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FUEL INJECTION DEVICE

CROSS REFERENCE TO RELATED
APPLICATIONS

This is a National Stage of International Application No.
PCT/IP2011/058269 filed Mar. 31, 2011, the content of all of
which is incorporated herein by reference in its entirety.

TECHNICAL FIELD

The present invention relates to fuel injection devices.

BACKGROUND ART

Recently, there has been a considerable activity in the
researches of boosted lean, a large-amount-of-EGR and
homogeneous-charge self-ignition combustion of internal
combustion engines for the purpose of reducing CO, and
emission. According to these researches, in order to maxi-
mize the results of CO, reduction and emission reduction, it is
necessary to realize a stable combustion state near the com-
bustion limit. Also, petroleum fuel is being depleted, and
robustness in stable combustion with a variety of fuel such as
biofuel is required. The most important factor for realizing
the stable combustion is to reduce differences in ignition of
mixture and speedy combustion in which fuel is completely
burned in the expansion stroke.

Also, a fuel supply of the internal combustion engine
adopts an in-cylinder injection system in which fuel is
injected directly in a combustion chamber for the purpose of
improving the transient responsibility and the volume effi-
ciency by evaporation latent heat and carrying out greatly
retarded combustion for catalyst activation at low tempera-
tures. However, the adoption of the in-cylinder injection sys-
tem accelerates considerable oil dilution caused when spray
fuel hits the wall of the combustion chamber as the spray fuel
is in the form of liquid droplets and to considerable variations
in combustion due to spray deterioration resulting from
deposits grown around an injection aperture of the fuel valve
with liquid fuel.

It is important to atomize the spray for realizing speedy
evaporation of fuel in the combustion chamber in order to
prepare for the oil dilution and the spray deterioration and to
reduce the differences in ignition and realize stable combus-
tion.

As ways to atomize the spray injected from the fuel injec-
tion valve, there are known an atomization by shearing force
in a liquid film obtained in such a manner that the spray is
formed into a thin film, an atomization by cavitation that
occurs in removal of a flow, and an atomization of fuel depos-
ited on a surface by mechanical vibrations of ultrasonic wave.

Patent Document 1 discloses a fuel injection valve in which
the area of the cross section of a flow path in a bubble holding
flow path is made larger than the cross section of a cavitation
generating flow path, whereby the flow outlet of the cavitation
generating flow path has a rapidly expanding flow. This fuel
injection valve generates cavitation in the bubble holding
flow path by designing the flow output of the cavitation gen-
erating flow path to have a rapidly expanding flow. As
described above, various fuel injection valves that generate
cavitation inside are proposed.

PRIOR ART DOCUMENTS
Patent Documents

Japanese Patent Application Publication No. 10-141183
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2
SUMMARY OF THE INVENTION

Problems to be Solved by the Invention

However, the fuel injection valve used for the in-cylinder
injection is likely to be affected by heat of combustion. In the
case where the cavitation is generated in the fuel injection
valve as described in Patent Document 1, if the fuel injection
valve that injects fuel containing bubbles is affected by heat,
the bubbles contained in the fuel expand, and the ratio of
bubbles in fuel (void fraction) is likely to adversely rise. That
is, the bubbles (gas) have a higher volume expansion coeffi-
cient than the liquid, and trends to have a higher void fraction
as the fuel temperature is higher. As a result, under a high-
temperature environment, the flow rate of fuel decreases and
the amount of fuel injection necessary for combustion may
not be secured appropriately.

Accordingly, the present invention aims at atomizing fuel
and securing a net amount of fuel in a fuel injection valve that
injects fuel containing bubbles.

Means for Solving the Problems

The fuel injection device for solving the problems dis-
closed in the description is equipped with a fuel injection
valve that is mounted in an engine body and injects fuel
containing air bubbles; and void fraction adjustment means
that changes a void fraction of the fuel that is to be injected
from the fuel injection valve. By changing the void fraction,
it is possible to realize atomization of fuel and simultaneously
secure the net fuel amount.

The void ratio adjustment means increases fuel pressure of
the fuel to be injected from the fuel injection valve when an
increase of the void fraction is requested. By increasing the
void fraction, atomization of fuel is accelerated. For example,
a case where atomization of fuel is highly requested as in the
case of low water temperatures corresponds to a case where
an increase in the void fraction is requested. Since the void
fraction is increased by increasing he fuel pressure, the atomi-
zation of fuel can be accelerated by increasing the fuel pres-
sure when an increase in the void fraction is requested.

The void fraction adjustment means adjusts the void frac-
tion of the fuel by changing temperature of the fuel to be
injected from the fuel injection valve. The void fraction
changes in accordance with the temperature of fuel. There-
fore, by changing the temperature of fuel, the void fraction
can be controlled. The void fraction adjustment means is
capable of increasing the temperature of fuel to be injected
from the fuel injection valve when an increase in the void
fraction is requested.

The void fraction adjustment means adjusts the void frac-
tion by adjusting the temperature of the fuel to be injected
from the fuel injection valve in accordance with the tempera-
ture of fuel in each cylinder of the engine body. Normally, the
fuel to be injected from the fuel injection valve that is farther
away from a fuel pump that pressurizes the fuel to the fuel
injection valve trends to have a higher temperature because
the fuel receives heat in that path for a longer time. If there are
differences in the fuel temperature between the fuel injection
valves, a case may occur where the fuel injection valves have
different void fractions. With the above in mind, by adjusting
the temperature of the fuel injection valve for each cylinder, it
is possible to suppress differences in the fuel injection
between the cylinders.

The fuel injection valve includes an in-cylinder fuel injec-
tion valve and a port fuel injection valve, and the void fraction
adjustment means adjusts the temperature of the fuel to be
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injected from the in-cylinder fuel injection valve by changing
an injection ratio between the in-cylinder fuel injection valve
and the port fuel injection valve. An increased amount of fuel
to be injected is capable of reducing the fuel temperature due
to the cooling effect and heat capacity of the fuel. By control-
ling the fuel temperature in this manner, the void fraction can
be adjusted.

The void fraction adjustment means can increase the injec-
tionratio of the port fuel injection valve when the temperature
of cooling water supplied to the engine body is lower than a
predetermined threshold vale. The adjustment of the void
fraction is preferably carried out after the engine body is
completely warmed up to become the stable working state.
An increased ratio of injection from the port fuel injection
valve results in a decreased ratio of injection from the in-
cylinder fuel injection valve, and leads to a smaller fuel effect
by fuel. As aresult, the temperature of fuel to be injected from
the in-cylinder fuel injection valve becomes higher, and the
warm-up of the engine body is accelerated.

Effects of the Invention

According to the fuel injection device disclosed in the
description, it is possible to realize fuel atomization and
secure the net fuel amount in the fuel injection valve that
injects fuel containing air bubbles.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG.11s a descriptive diagram of an exemplary structure of
a fuel injection device mounted in an engine body;

FIG. 2 is a descriptive view of a cross-section of main parts
of'an in-cylinder fuel injection valve included in a fuel injec-
tion device of Embodiment 1;

FIG. 3 is a flow chart of an exemplary control carried out in
the fuel injection device;

FIG. 4(A) illustrates an exemplary map for obtaining a
target void fraction at the time of low temperatures of cooling
water, and FIG. 4(B) illustrates an exemplary map for obtain-
ing the target void fraction at the time of high temperatures of
cooling water;

FIG. 5 illustrates an exemplary map for obtaining base fuel
pressure;

FIG. 6 is a graph that describes a relation between the
temperature of cooling water and that of fuel;

FIG. 7 is a graph that describes a relation between the fuel
temperature and the void fraction for different fuel flow rates;

FIG. 8 illustrates an exemplary map for calculating the fuel
temperature;

FIG. 9 is a graph that describes the fuel temperature in an
in-cylinder fuel injection valve at low ratios of port injection;

FIG. 10 is a graph that describes the fuel temperature in the
in-cylinder fuel injection valve at high ratios of port injection;
and

FIG. 11 is a graph that describes a relation between the fuel
pressure and the void fraction.

MODES FOR CARRYING OUT THE
EMBODIMENTS

Now, modes for carrying out the embodiments are
described in detail with reference to the drawings. In the
drawings, there are cases where the sizes and ratios of parts
and the like are not illustrated so as to completely correspond
to the real ones. Further, some drawings may have omission
of small parts.
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Embodiment 1

A description is given, with reference to the drawings, of
Embodiment 1 ofthe present invention. FIG. 1 is a descriptive
diagram of an exemplary structure of a fuel injection device 1
mounted in an engine body 2. The engine body 2 has a first
cylinder #1~a fourth cylinder #4. The first cylinder #1~the
fourth cylinder #4 are respectively equipped with a first intake
port 101~a fourth intake port 104. The fuel injection device 1
has, as fuel injection valves for supplying fuel to the first
cylinder #1, a first in-cylinder fuel injection valve 11 and a
first-port fuel injection valve 12. The fuel injection device 1
has, as fuel injection valves for supplying fuel to the second
cylinder #2, a second in-cylinder fuel injection valve 21 and a
second-port fuel injection valve 22. The fuel injection device
1 has, as fuel injection valves for supplying fuel to the third
cylinder #3, a third in-cylinder fuel injection valve 31 and a
third-port fuel injection valve 32. The fuel injection device 1
has, as fuel injection valves for supplying fuel to the fourth
cylinder #4, a fourth in-cylinder fuel injection valve 41 and a
fourth-port fuel injection valve 42.

The in-cylinder fuel injection valves 11, 21, 31 and 41 are
respectively connected to first branch pipes Sal~5a4 that
branch from a delivery pipe 5 connected to a fuel pump 6. The
port fuel injection valves 12, 22, 32 and 42 are respectively
connected to second branch pipes 551~554 that branch from
the first branch pipes 5a1~5a4. A first adjustment valve 511 is
provided at the branching point of the second branch pipe
5b1. A second adjustment valve 512 is provided at the branch-
ing point of the second branch pipe 5562. A third adjustment
valve 513 is provided at the branching point of the second
branch pipe 563. A fourth adjustment valve 514 is provided at
the branching point of the second branch pipe 564. The first
adjustment valve 511~the fourth adjustment valve 514
change the injection ratio between the in-cylinder fuel injec-
tion valve and the port fuel injection valve. In the following
description, the ratio of the port fuel injection valve to the
in-cylinder fuel injection valve may be referred to as port
injection ratio.

The fuel injection device 1 is equipped with an ECU 7 as a
control part. The ECU 7 is a computer having a CPU (Central
Processing Unit) performing arithmetic processing, a ROM
(Read Only Memory) storing programs and so on, a RAM
(Random Access Memory) and NVRAM (Non Volatile
RAM) storing data or the like. The ECU 7 is electrically
connected to the in-cylinder fuel injection valves 11, 21, 31
and 41. The ECU 7 is electrically connected to the port fuel
injection valves 12, 22, 32 and 42. The ECU 7 is electrically
connected to the first adjustment valve 511~the fourth adjust-
ment valve 514. The ECU 7 is electrically connected to the
fuel pump 6 and is capable of controlling the duty ratio ofthe
fuel pump 6. Various sensors for controlling the working
states of the engine body are connected to the ECU 7, and a
water temperature meter 8. The fuel pump 6 is provided
closest to the first cylinder #1, and is furthest from the fourth
cylinder #4.

The ECU 7, which adjusts the fuel pressure by controlling
the duty ratio of the fuel pump 6 and performing an opening/
closing control of the first adjustment valve 511~the fourth
adjustment valve 514, has a function of void fraction adjust-
ment means. That is, the ECU 7 changes the void fraction of
fuel that is to be injected from the fuel injection valves,
particularly, the in-cylinder fuel injection valves by control-
ling the duty ratio of the fuel pump 6 and controlling the
temperature of fuel by the opening/closing control of the first
adjustment valve 511 through the fourth adjustment valve
514.
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The in-cylinder fuel injection valves 11, 21, 31 and 41 are
capable of injecting fuel containing air bubbles. FIG. 2 is a
descriptive view of a cross section of main parts of the in-
cylinder fuel injection valve 11 contained in the fuel injection
device of Embodiment 1. Since the in-cylinder fuel injection
valves 11, 21, 31 and 41 are the same as each other, and only
the first in-cylinder fuel injection valve 11 is described here.

The in-cylinder fuel injection valve 11 has a nozzle body
131, a needle 132, and a drive mechanism 140. The drive
mechanism 140 controls a slide operation of the needle 132.
The drive mechanism 140 is a conventionally known mecha-
nism composed of parts necessary for operating the needle
132, such as an actuator using a piezoelectric element or an
electric magnet, and a resilient member that applies appro-
priate pressure to the needle 132. In the following description,
an extremity side indicates the lower side of the figure, and a
base side indicates the upper side thereof.

An injection aperture 133 is provided at the extremity of
the nozzle body 131. The injection aperture 133 is a single
aperture formed in the direction of the axis of the nozzle body
131 in the extremity thereof. A seat portion 134 on which the
needle 132 seats is formed inside the nozzle body 131. The
needle 132 is arranged so as to be free to slide in the nozzle
body 131, and defines a fuel introduction path 136 between
the needle 132 and the nozzle body 131. When the needle 132
seats on the seat portion 134 in the nozzle body 131, the
in-cylinder fuel injection valve 130 is in the closed state.
When the needle 132 is lifted up by the drive mechanism 140
and is removed from the seat portion 134, the in-cylinder fuel
injection valve 11 is in the open state. The seat portion 134 is
located in a deep position from the injection aperture 133.
Thus, the injection aperture 133 communicates with the out-
side irrespective of whether the needle 132 is in the open state
or in the closed state. In a case where the in-cylinder fuel
injection valve 11 is attached so as to be exposed to the
combustion chamber of the engine body 1, the injection aper-
ture 133 communicates with the combustion chamber.

The in-cylinder fuel injection valve 11 has a swirl flow
generating portion 132a, which is provided at the upstream
side of the seat portion 134 and causes fuel introduced
through the fuel introduction path 136 to swirl in the sliding
direction of'the needle 132. The swirl flow generating portion
132a is formed at the extremity of the needle 132. The swirl
flow generating portion 1324 has a larger diameter than that
of'the base side of the needle 132. The extremity of the swirl
flow generating portion 1324 seats on the seat portion 134. As
described above, the swirl flow generating portion 1324 is
located at the upstream side ofthe seat portion 134 in the open
or closed state.

The swirl flow generating portion 132a has a spiral groove
132b. The fuel introduced through the fuel introduction path
136 passes through the spiral groove 1325, whereby a swirl
component is applied to the flow of fuel and the swirl flow of
fuel is generated.

The in-cylinder fuel injection valve 11 has a swirl increas-
ing portion 135, which is provided at the downstream side of
the seat portion 134 and supplies the fuel to the injection
aperture 133 while increasing the swirl speed of the swirl flow
generated by the swirl flow generating portion 132a. The
swirl increasing portion 135 is formed to have a decreasing
inner diameter toward a minimum aperture portion located at
the downstream side of the seat portion 134. The minimum
aperture portion has the smallest inner diameter at the down-
stream side of the seat portion 134. In the present embodi-
ment, the minimum aperture portion is the injection aperture
133. The minimum aperture portion is not limited to the
opening of the injection aperture 133.
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The swirl increasing portion 135 is formed between the
seat portion 134 and the injection aperture 133, and acceler-
ates the swirl speed of the fuel in the swirling state after the
fuel passes through the swirl flow generating portion 132a.
The rotation radius of the swirl flow generated by the swirl
flow generating portion 132a is gradually reduced. The swirl
flow enters into the area having the reduced radius, and has an
increased swirl speed. The swirl flow having the increased
swirl speed forms an air post in the injection aperture 133. The
inner circumferential wall of the swirl increasing portion 135
has a curved surface that is convex toward the center side.
Now, adescription is given of the formation of the air post and
the generation of fine air bubbles.

When the swirl flow accelerates in the swirl increasing
portion 135, a strong swirl flow is formed from the injection
aperture 133 to the inside of the swirl increasing portion 135,
and a negative pressure is thus generated in the center around
which the storing swirl flow rotates. Due to the negative
pressure thus generated, air outside of the nozzle body 131 is
sucked in the nozzle body 131. Thus, the air post is generated
in the injection aperture 133. The air bubbles are generated at
the interface between the air post thus generated and the fuel.
The generated air bubbles mix in the fuel that flows around the
air post, and are then injected, as an bubble mixed flow,
together with the fuel flow on the outer circumference side.

At that time, the fuel flow and the bubble mixed flow are
shaped into a cone of spray spreading from the center due to
the centrifugal force of the swirl flow. The diameter of the
cone-shaped spray is larger as the spray is farther away from
the injection aperture, and the liquid film of the spray is
therefore thinner. Finally, the cone-shaped spray is not main-
tained in the form of the liquid film, and is divided into parts.
Thereafter, the sprays after dividing have smaller diameters
due to the self-pressurizing effect of the fine air bubbles, and
come to breakdown and finally to ultra fine sprays. As
described above, the spray of fuel injected by the in-cylinder
fuel injection valve 11 is atomized, whereby the rapid flame
propagation in the combustion chamber is realized and stable
combustion is performed.

As described above, the evaporation of fuel is accelerated
by making an attempt on the ultra fine spray of fuel, whereby
PM (Particulate Matter) and HC (hydrocarbon) can be
reduced. Further, the thermal efficiency is improved. Further-
more, the breakdown takes place after the air bubbles are
injected from the in-cylinder fuel injection valve, and the
EGR erosion in the in-cylinder fuel injection valve 11 can be
suppressed.

In the present embodiment, the port fuel injection valves
12,22,32 and 42 are the same as the in-cylinder fuel injection
valves 11, 21, 31 and 41. However, the port fuel injection
valves may be anther type of fuel injection valves. Similarly,
the in-cylinder fuel injection valves 11, 21, 31 and 41 are not
limited to the fuel injection valves of the type illustrated in
FIG. 2, but may be another type of fuel injection valves as far
as they are capable of emitting fuel containing air bubbles.

Next, adescription is given, with reference to the drawings,
of an exemplary control of the fuel injection device 1. The
control of the fuel injection device 1 is implemented by the
ECU7.

At step S01, the ECU 7 obtains the temperature Tw of the
cooling water (engine cooling water temperature) supplied to
the engine body 1. Atstep S02, the ECU 7 determines whether
the engine cooling water temperature Tw is lower than a
predetermined threshold value Tw1. The threshold value Tw1
is used for determining whether the engine body 1 is now in
condition for enabling the following control appropriately.
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The threshold value Twl may be a value for determining
whether the engine warm-up is complete.

If the answer to the determination at step S02 is No, the
ECU 7 proceeds to step S03. At step S03, the ECU 7 increases
the injection ratios of the port fuel injection valves. Specifi-
cally, a port injection ratio kpfi is set to “1”. That is, in each
cylinder, all of the requested fuel injection amount is injected
from the corresponding one of the port fuel injection valves
12,22,32 and 42. The fuel injections from the in-cylinder fuel
injection valves 11, 21, 31 and 41 are stopped. As a result, the
in-cylinder fuel injection valves 11, 21, 31 and 41 have sup-
pressed cooling effects by fuel, and have rapidly raised tem-
peratures due to the receipt of heat from the combustion gas.
Therefore, the in-cylinder fuel injection valves 11, 21, 31 and
41 are now in condition for stable fuel injection. The process
of step S03 is repeatedly carried out until the answer to the
determination at step S02 is Yes.

In contrast, if the answer to the determination at step S02 is
No, the ECU 7 proceeds to step S04. At step S04, the ECU 7
calculates the target void fraction. Specifically, the ECU 7
refers to amap in order to determinate the target void fraction.
The target void fraction is determined by a plurality of maps
selected in accordance with the engine cooling water tem-
perature. FIG. 4(A) illustrates an exemplary map used for
obtaining the target void fraction at low water temperatures,
and FIG. 4(B) illustrates an exemplary map used for obtain-
ing the target void fraction at high water temperatures. The
target void fraction is obtained from the engine load ratio KL,
and the engine speed NE. The map used at the low water
temperatures is divided into three areas of a, b and ¢. The map
used at the high water temperatures is divided into three areas
of A, B and C. The values in the areas have relations a>b>c,
A>B>C, a>A, b>B and c¢>C. The void fraction is set larger as
the acceleration to the atomization is expected more consid-
erably. Since the acceleration to the atomization is expected
more considerably at lower water temperatures and at smaller
load and lower speed, a larger void fraction is desired.

At step SO5 subsequent to step S04, the ECU 7 calculates a
base fuel pressure that is the base for setting the following fuel
pressure, and a target fuel temperature. The base fuel pressure
is calculated by referring to a map illustrated in FIG. 5. The
base fuel pressure is calculated from the engine load ratio KL,
and the engine speed NE. The base fuel pressure is higher at
higher load and higher engine speed. The target fuel tempera-
ture is calculated as a fuel temperature required to realize the
target void fraction calculated at step S04. For example, the
fuel temperature for realizing the target void fraction a is
calculated. FIG. 6 is a graph that describes a relation between
the engine cooling water temperature and the fuel tempera-
ture. FIG. 7 is a graph that describes a relation between the
fuel temperature and the void fraction o for different fuel flow
rates. The fuel temperature has a correlation with the engine
cooling water temperature, and is lower as the engine cooling
water temperature is lower. Referring to FIG. 7, the void
fraction o is higher as the fuel flow rate is higher, and the void
fraction o is higher as the fuel temperature is higher. Thus, in
order to realize the same void fraction a for the different fuel
flow rates, it is necessary to set the fuel temperature appro-
priately. Since the fuel flow rate changes in accordance with
the fuel pressure, the target fuel temperature is set based on
the base fuel pressure.

Next, at step S06, the ECU 7 obtains the real fuel tempera-
ture Tf. The real fuel temperature Tf is obtained by referring
to a fuel temperature calculation map illustrated in FIG. 8.
The fuel temperature Tf is calculated from the fuel injection
amount Gf(g/s).
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At step S07, the ECU 7 calculates a difference ATf in the
fuel temperature between the cylinders. The difference ATfin
the fuel temperature between the cylinders is the difference
between the temperature of fuel to be injected from the first
in-cylinder fuel injection valve 11 arranged closest to the fuel
pump 6 and the temperature of fuel to be injected from the
fourth in-cylinder fuel injection valve 41 arranged farthest
from the fuel pump 6. This is employed by taking into con-
sideration that the fourth in-cylinder fuel injection valve 41
arranged farthest from the fuel pump 6 have the longest heat
receiving duration of time and is likely to have a considerable
difference in the fuel temperature from the first in-cylinder
fuel injection valve 11. The fuel temperature differences
between the cylinders are prepared by obtaining those under
different working conditions through an experiment and
reflecting the fuel temperature Tf obtained at step S06
thereon.

At step S08, the ECU 7 determines whether the cylinder-
to-cylinder difference in the fuel temperature calculated at
step SO07 is larger than a predetermined threshold value ATT1.
If the cylinder-to-cylinder difference ATT is larger and the
answer to the determination is YES, the ECU 7 proceeds to
step S09. At step S09, the ECU 7 determines the port injection
ratio kpfi for each cylinder. In contrast, if the cylinder-to-
cylinder difference ATf is small and the answer to the deter-
mination is No, the ECU 7 proceeds to step S10. At step S10,
the ECU 7 determines the port injection ratio kpfi common to
all the cylinders. Now, a description is given, with reference to
FIGS. 9 and 10, of a change of the fuel temperature made by
changing the port injection ratio. As illustrated in FIG. 9,
when the port injection ratio is small, the fuel temperature is
lower as the engine is at larger engine load and higher engine
speed. This is because the cooling effect is produced by an
increased amount of fuel that is to be injected through the
in-cylinder fuel injection valves. In contrast, as illustrated in
FIG. 10, at high port injection ratios, the fuel temperature is
higher at larger engine load and higher engine speed. This is
because the cooling effect is not produced by a decreased
amount of fuel to be injected through the in-cylinder fuel
injection values. At steps S09 and S10, the ECU 7 controls the
fuel temperature to the target fuel temperature calculated at
step S05 by using the above relations. That is, the ECU 7
adjusts the temperatures of fuel to be injected from the in-
cylinder fuel injection valves 11, 21, 31 and 41 in accordance
with the fuel temperature in each cylinder of the engine body,
and thus adjusts the void fraction of fuel.

At step S11, the ECU 7 adjusts a corrected void fraction.
The ECU 7 calculates the corrected void fraction from the
fuel temperature and the engine speed NE after the steps S09
and S10 are processed, the load ratio KL, and the fuel pressure
prior to correction, namely, the base fuel pressure.

At step S12, the ECU 7 calculates a void fraction deviation
Aa. from the target void fraction calculated at step S04 and the
corrected void fraction calculated at step S11. Specifically,
the ECU 7 calculates the difference between the target void
fraction and the corrected void fraction.

At step S13, the ECU 7 calculates the target fuel pressure
f(Ac) by using the void fraction deviation A obtained at step
S12, and performs a fuel pump duty ratio control based
thereon.

As described above, by adjusting the fuel temperature and
the fuel pressure, it is possible to atomize fuel and secure the
net amount of fuel.

Although the embodiment is equipped with the in-cylinder
fuel injection valves 11, 21, 31 and 41 and the port fuel
injection valves 12, 22, 32 and 42, if only the in-cylinder fuel
injection valves 11, 21, 31 and 41 are provided, the control
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may be simplified. That is, the control about the fuel tempera-
ture may be omitted, and the desired void fraction is realized
by adjusting the fuel pressure by the duty ratio of the fuel
pump.

The above-described embodiments are just examples for
carrying out the invention. Therefore, the present invention is
not limited to these embodiments but may be variously
changed or varied within the scope of the claimed invention.

DESCRIPTION OF REFERENCE NUMERALS

1 fuel injection device

2 engine body

#1 first cylinder

#2 second cylinder

#3 third cylinder

#4 fourth cylinder

11 first in-cylinder fuel injection valve

12 first-port fuel injection valve

21 second in-cylinder fuel injection valve

22 second-port fuel injection valve

31 third in-cylinder fuel injection valve

32 third-port fuel injection valve

41 fourth in-cylinder fuel injection valve

42 fourth-port fuel injection valve

5 delivery pipe

5a1~5a4 first branch pipe

5b1~5b4 second branch pipe

511 first adjustment valve

512 second adjustment valve

513 third adjustment valve

514 fourth adjustment vale

6 fuel pump

7 ECU

8 water temperature meter

101 first intake port

102 second intake port

103 third intake port

104 fourth intake port

The invention claimed is:

1. A fuel injection device comprising:

afuel injection valve that is mounted in an engine body and

injects fuel containing air bubbles; and

void fraction adjustment means that changes a void frac-

tion of the fuel that is to be injected from the fuel injec-
tion valve,

wherein the void fraction adjustment means adjusts the

void fraction of the fuel by changing temperature of the
fuel to be injected from the fuel injection valve.

2. The fuel injection device according to claim 1, wherein
the void ratio adjustment means increases fuel pressure of the
fuel to be injected from the fuel injection valve when an
increase of the void fraction is requested.
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3. The fuel injection device according to claim 1, wherein
the void fraction adjustment means increases the temperature
of'the fuel that is to be injected from the fuel injection valve
when an increase of the void fraction is requested.

4. A fuel injection device comprising:

afuel injection valve that is mounted in an engine body and

injects fuel containing air bubbles; and

void fraction adjustment means that changes a void frac-

tion of the fuel that is to be injected from the fuel injec-
tion valve,

wherein the void fraction adjustment means increases the

temperature of the fuel that is to be injected from the fuel
injection valve when the increase of the void fraction is
requested.

5. The fuel injection device according to claim 4, wherein
the void ratio adjustment means increases fuel pressure of the
fuel to be injected from the fuel injection valve when an
increase of the void fraction is requested.

6. The fuel injection device according to claim 1, wherein
the void fraction adjustment means adjusts the void fraction
by adjusting the temperature of the fuel to be injected from the
fuel injection valve in accordance with the temperature of fuel
in each cylinder of the engine body.

7. The fuel injection device according to claim 1, wherein
the fuel injection valve includes an in-cylinder fuel injection
valve and a port fuel injection valve, and the void fraction
adjustment means adjusts the temperature of the fuel to be
injected from the in-cylinder fuel injection valve by changing
an injection ratio between the in-cylinder fuel injection valve
and the port fuel injection valve.

8. The fuel injection device according to claim 7 wherein
the void fraction adjustment means increases the injection
ratio of the port fuel injection valve when the temperature of
cooling water supplied to the engine body is lower than a
predetermined threshold vale.

9. The fuel injection device according to claim 2, wherein
the void fraction adjustment means increases the temperature
of'the fuel that is to be injected from the fuel injection valve
when an increase of the void fraction is requested.

10. The fuel injection device according to claim 4, wherein
the void fraction adjustment means adjusts the void fraction
by adjusting the temperature of the fuel to be injected from the
fuel injection valve in accordance with the temperature of fuel
in each cylinder of the engine body.

11. The fuel injection device according to claim 4, wherein
the fuel injection valve includes an in-cylinder fuel injection
valve and a port fuel injection valve, and the void fraction
adjustment means adjusts the temperature of the fuel to be
injected from the in-cylinder fuel injection valve by changing
an injection ratio between the in-cylinder fuel injection valve
and the port fuel injection valve.
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